` 
up s. af" 


NACA RM L53G03 


779. 


SECURITY INFORMATION 


RM L53G03 


ChEhhTO TI 


WN ‘S4V3 AUVUAN HIAL 
Daa TTE TAMT 


PRELIMINARY INVESTIGATION OF THE EFFECTS OF BODY 
CONTOURING AS SPECIFIED BY THE TRANSONIC AREA RULE ON 
THE AERODYNAMIC CHARACTERISTICS OF A DELTA WING-BODY 

COMBINATION AT MACH NUMBERS OF 1.41 AND 2.01 
By Harry W. Carison 


Langley Aeronautical Laboratory 
Langley Field, Va. 


CLASSIFIED DOCUMENT 
This materiai contains infor mahon ee ee oe eee oe UARA TRS ni within the meaning 
lactis t AWE, a 28, Haniel Secs, 703 and 704, the tranamission or revelation of which in any 
an unauthorized person is prohibited by law. 


NATIONAL ADVISORY COMMITTEE 
FOR AERONAUTICS 


WASHINGTON 
Neptember 22, 1953 


TECH LIBRARY KAFB, NM 


OE 


014439 


NACA RM L53G03 


NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS 
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PRELIMINARY INVESTIGATION OF THE EFFECTS OF BODY 
CONTOURING AS SPECIFIED BY THE TRANSONIC AREA RULE ON 
THE AERODYNAMIC CHARACTERISTICS OF A DELTA WING-BODY 

COMBINATION AT MACH NUMBERS OF 1.41 AND 2.01 


By Harry W. Carlson 
SUMMARY 


An investigation has been performed in the Langley 4- by 4-foot 
supersonic pressure tunnel to determine the effects of body contouring 
(indentation) as specified by the transonic drag-rise area rule on the 
serodynamic characteristics of a delta wing-body combination at Mach 
numbers of 1.41 and 2.01. 


Body contouring reduced the zero-lift drag of a delta wing-body 
combination from that of the basic wing-body combination without con- 
touring by 18 percent at a Mach number of 1.41 and 6 percent at a Mach 
number of 2.01. However, the amount of this drag reduction due to 
contouring and the amount due to the change in fineness ratio cannot 
be determined. The maximum lift-drag ratio was increased from 6.30 to 
6.95 at a Mach number of 1.41. Little effect was noticed on the slope 
of the lift curve, the pitching moment, or the drag due to lift. In the 
practical applications of contouring, the drag advantages must be weighed 
against volume and frontal-area changes. 
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Considerable work has been done and is being done to establish the 
validity of the transonic drag-riwe area rule (see refs. 1, 2, and 3). 
For wing-body combinations it has been shown that, by proper reduction | 
of body area in the vicinity of the wing, the transonic drag rise (canewbe X 
reduced as much as 60 percent and the drag-rise Mach number can Ďe. yy +, 
increased as much as 0.05. Sufficient data have heretofore nob. Deens- AEEA 
available to determine whether the drag reduction realized*nt ey ot Sa 
speeds would persist to any extent at higher speeds. This preliminary 
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investigation has been conducted to determine whether any of this effect 
is apparent at Mach numbers 1.41 and 2.01. 


For the purposes of this test, a delta wing-body combination was _. 
designed to have the same total area at any station as a body of revolu- 
tion presented in reference ł as an optimimm body of given length, maximum 
diameter, and base diameter. In this case, the area rule was applied to 
sections normal to the body axis. It is recognized that this transonic 
area rule as applied here might not be the optimum technique for super- 
sonic speeds and that consideration should be given to application of 
the area rule to sections parallel to the Mach lines. However, the 
primary purpose of this investigation was to test transonic designs at 
supersonic speeds. a n 


SYMBOLS 
M free-stream Mach number 
Cr. lift coefficient, L/qS 
Cy drag coefficient, D/qS 
CD, drag coefficent at zero lift g 
Cn pitching-moment coefficient, M'/qS¢ 
L lift 
D drag 
L/D lift-drag ratio z l 
M' pitching moment about 0.275¢ station 
5 wing plen-form area to center line of model _ 
ro) wing mean aerodynemic chord, ,, g 
q free-stream dynamic pressure, pve/e 
o free-stream density 
- | free-stream velocity z 


~ È ee x Tos a 
ae angle of attack 
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APPARATUS AND METHODS 


Models and Installation 


Dimensional details of the configurations tested are shown in 
figure l, and photographs of typical models are shown as figure 2. 
Figure 3 shows the variation with model station of the total cross- 
sectional area for the various wing-body configurations. Dimensional 
data not shown in the figures are presented in table I. 


The interceptor-type body configuration is representative of current 
design practice for delta-wing interceptors in the aircraft industry. 


The wing had a modified delta plan form with 4-percent-thick 
NACA 65A004 airfoil sections parallel to the model plane of symmetry. 
The internal strain-gage balance and sting were attached directly to 
the wing. As can be seen in the photographs, the wing was used with 
fences in place; however, previous unpublished results on a similar 
interceptor-—-type configuration have shown that at supersonic speeds the 
fences have negligible effect on the aerodynamic characteristics. 


Two additional bodies were designed to be used on the same wing. 
One body, designated the full body, was a body of revolution presented 
in reference } as an optimum body of given length, maximum diameter, and 
base diameter. A second alternate body, called the contoured body, was 
constructed according to the area rule so that the total cross-sectional 
area of the wing-body combination at any station was the same as that of 
the Pull body alone. 


Fourth and fifth configurations were obtained by adding an afterbody 
extension to the full and contoured bodies to reduce their base area to 
approximately that of the interceptor-type body. 


The interceptor-type body was used as a guide in designing the 
contoured body. The contoured body without the extension has the same 
length as the interceptor body and approximately the same volume. The 
contoured body with extension has the same fineness ratio and base 
diameter as the interceptor-type body. 


Test Conditions and Accuracy 
The tests were performed in the Langley 4- by 4_-foot supersonic 


pressure tunnel with the flexible nozzle walls set for nominal Mach 
numbers of 1.41 and 2.01. 
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The nominal conditions for the test were: 

Mach number 27. x <i. g-i at ee Se te RR re See ee a a L 2.0L 

Reynolds number based on È. . a.s s ea >... #ĝxX 10° 3.9 x 10° 

Stagnation dewpoint, OF 6 «6 se è > e s e è è e we a l-25 <-25 

Stagnation Pressure, pei o aa e oat SS: ee a 14 14 

Stagnation temperature, °F . ... ss e s s e e o e 100 LOO 


From the static calibration and reproducibility of the data the 
measured parameters were estimated to be accurate within the following 
Limits: 


Ce kW ae oe SE he iy ts BY ee te oe ee, ee | OO 
CD te Gia Gard Boe A E E ee ee Ge. OOOO 
Bead ot eh a ee SR ee ae ee OOO 


Corrections for sting and model deflections due to aerodynamic loads 
have been applied and the angles are estimated to be accurate within TOI. 


DISCUSSION OF RESULTS 


It must be emphasized that comparisons of the drag levels of the 
interceptor-type configuration and the other configurations should be 
avoided because of the inconsistency of the body shape variables and the 
presence of the faired inlets on the interceptor-type body. However, it 
is felt that a cautious comparison of the characteristics other than drag 
Will aid in ascertaining the secondary effects of contouring. 


Characteristics at Zero Lift 


The primary purpose of body contouring is to decrease the drag at 
zero lift. An indication of the effectiveness of this method can be 
gained from an inspection of table II. This table presents zero-Lift 
total drag coefficients, base pressure-drag coefficients, and forebody 
drag coefficients obtained by subtracting base drag from total drag. 
Data are given at Mach numbers of 1.41 and 2.01 for the five wing-body 
combinations and for the full body alone. Unless stated otherwise, the 
use of the term drag coefficient will be understood to mean forebody 
drag coefficient; and use of the terms full body, coritoured body, and 
so forth will be understood to refer to the coree pontine wing-body 
combinations. = -== 


Table II(a} shows the drag coefficients based on wing area. At a 
Mach number of 1.41 the full-body drag coefficient was 0.0167 and that of 
the contoured body was 0.0137, representing a drag reduction of 18 per- 
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cent. However, contouring the full body produced a drag reduction of 
less than 6 percent at a Mach number of 2.01. When the bodies were 
fitted with extensions, the contoured body showed 12 percent less drag 
at a Mach number of 1.41 and 3 percent at the higher Mach number. 


In view of the relatively small reductions in drag and the sizable 
reductions in frontal area and volume brought about by contouring, it is 
interesting to compare drag coefficients when based on frontal area and 
on volume. The coefficients in table II(b) are nondimensionalized with 
respect to the body frontal area. Here there is little difference between 
the fuil and contoured bodies at a Mach number of 1.41, but at a Mach 
number of 2.01 the full body shows 16 percent less drag than the contoured 
body. With coefficients based on volume to the 2/3 power (table II(c)) 
the contoured body shows 7 percent less drag than the full body at 
M = 1.41 and 7 percent more drag at the higher Mach number. 


In general, it appears that contouring or body indentation permits 
drag reductions through the transonic range and into the low supersonic 
Mach number range (less than 2) with the favorable effects decreasing 
with an increase in Mach number. In the practical applications of 
contouring the drag advantages must be weighed against volume and 
frontal-area changes. Furthermore, the amount of this drag reduction 
due to contouring and the amount due to the change in fineness ratio 
cannot be determined. The need for further research along these lines 
is apparent. 


Cheracteristics for the Lifting Condition 


In figure 4 lift coefficient, drag coefficient, and lift-drag ratio 
have been plotted against angle of attack for the five configurations and 
for two Mach numbers. Figure 5 presents pitching-moment coefficient 
plotted against angle of attack and in figure 6 drag due to lift has 
been plotted against lift coefficient squared. 


Lift.- Differences in the lift-curve slope for the five configura- 
tions are slight at both Mach numbers. The slope of the lift curve for 
all configurations is approximately 0.043 at a Mach number of 1.41 and 
is 0.031 at a Mach number of 2.01. 


Lift-drag ratio.- As shown in figure 4, at a Mach number of 1.41 
the contoured body had a maximum lift-drag ratio of 6.95, the highest 
of any of the configurations tested. The full body had a maximum lift- 
drag ratio of 6.30 at this Mach number. 


At the higher Mach number, the differences in the lift-drag ratios 


of the various configurations are less evident. However, it should be 
noted that the full body has improved relative to the contoured body. 
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Pitching moment.- Pitching-moment coefficient for the various bodies 
is shown plotted against angle of attack in figure 5. At a Mach number > 
of 1.41 the contoured body, which has the greatest exposed wing area 
behind the quarter-chord station, showed the greatest negative value 
of OCm/dx of 0.0104. The interceptor-type body showed the lowest value 
of 0.009. The addition of the extensions did not appreciably affect the 
pitching-moment coefficient. 


Drag due to lift.- From figure 6 it is seen that the curves of drag 
due to lift plotted against lift coefficient squared are essentially 
linear. The full body, with and without an extension, shows slightly 
greater incremental drag than the others, because a higher angle of 
attack is necessary to produce a given lift coefficient, due primarily — 
to the smaller exposed wing area, 


CONCLUDING REMARKS 


Body contouring as specified by the transonic area rule reduced the 
zero-lift drag of a delta wing-body combination from that of the basic 
wing-body combination without contouring by 18 percent at a Mach number 
of 1.41 and 6 percent at a Mach number of 2.01. However, the amount of 
this drag reduction due to contouring and the amount due to the change 
in fineness ratio cannot be determined. The maximum lift-drag ratio was 
increased from 6.30 to 6.95 at a Mach number of 1.41. 


The contouring had little effect on the slope of the lift curve, 
the pitching moment, or the drag due to lift. 


In general, it appears that contouring or body indentation using 
the transonic area rule permits drag reductions through the transonic 
range and into the low supersonic Mach number range (less than 2), with 
the favorable effects decreasing as the Mach number increases. In the 
practical application of contouring, drag advantages must be weighed 
against volume and frontal-area changes. is E 
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body 


Full body 


Contoured body 


Full body plus 
extension 


Contoured body 
plus extension 
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TABLE II 
DRAG COEFFICIENTS AT ZERO LIFT FOR THE SEVERAL 


CODEC WH VOVN 


WING-BODY COMBINATIONS TESTED 


(a) Coefficients based on wing area 


M = 2.01 


Configuration Cp of of 
Total aol Total Cp! base ele 


Contoured body 


Full body 


Contoured body with 
extension 


Full body with extension 


Full body, no wing 


Full body with extension, 
no wing 


Interceptor-type body 


TABLE IIT.- Continued 
DRAG COEFFICIENTS AT ZERO LIFT FOR THE SEVERAL 
WING-~BODY COMBINATIONS TESTED 


(b) Coefficients based on body frontal area 


Total Cp 


Configuration 


Contoured body 


Full body 


Contoured body with 
extension 


Full body with extension 


Full body, no wing 


Fall body with extension, 
no Wing 


Interceptor~type body 
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TABLE II .- Concluded 
DRAG COEFFICIENTS AT ZERO LIFT FOR THE SEVERAL 
WING-BODY COMBINATIONS TESTED 
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(c) Coefficients based on (body volume)?/3 


Configuration A Cy of | Cp of 
D base forebody 


Contoured body 
Full body 


Contoured body with 
- extension 


Full body with extension 


Full body, no wing 


Full body with extension, 
no wing 


Interceptor-type body 


TL 


GL 


Full body N 


Contoured body —, 


Model support 


ma 


28.95 Ki 


Afterbody extension 


PES 30.25 DRA 


Interceptor — type wing-body 


Modified fuselage 
Coordinates 
Contoured! Full | 


SEEE baer 


interceptor —type body sections 


28.69] 1.77] |_| 
30.25] 1.66/30,25| 1.68) 
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Figure 1.- Test models. All dimensions are in inches unless otherwise noted. 


(a) ‘Interceptor—type body. 


(b) Full body with extension. 


Figure 2.- Photographs of typical models. 


(c) Contoured body with extension. 
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nterceptor—|type body 


Contoured a 


Cross-sectional area, sq in. 


8 
Model station, in. NACA, 


Figure 3.- Variation of total cross-sectional area with length for the 
several wing-body combinations. 
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Configurations 
DO Interceptor—type body o Full body A Contoured body 


Drag coefficient, C 


= 

O 

i 

Cc 
$ 
5 

3 
= 
a 


8 IO i2 -2 O 2 4 
Angle of attack, a, deg Angle of attack, a , deg 


(a) M= 1.41. (b) M= 2.01. 


Figure 4.- Variation of lift coefficient, drag coefficient, and lift-drag 
ratio with angle of attack for the various wing-body combinations. 
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Lift-drag ratio, + 


o interceptor -type body 


Drag coefficient, Cp 


Lift coefficient, C, 


6 8 
Angle of attack, a, deg 


(a) Concluded. 


NACA RM L53G03 
Configurations 


<< Say 


O Full body with extension © Contoured body 
with extension 


io 12 - 2 4 8 
Angle of attack, a, deg 


(b) Concluded. 


Figure 4.- Concluded. 


NACA RM L53G03 17 


Configurations 


< 5 


D Interceptor- type body O Full body 


A Contoured body QO Full body with extension © Contoured body 
with extension 


Racks, 


Eè 


// 
wa 


Pitching - moment coefficient, Cm 


“125-9 2 4 6 8 10 12 -2 O08 2 4 6 8 10 i2 
Angle of attack, a , deg Angle of attack, a, deg 


(a) M=L4. (b) M=2.01. 


Figure 5.- Variation of pitching-moment coefficient with angle of attack 
for the various wing-body configurations. 
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~ 
© Interceptor -type body O Full body 
A Contoured body O Full body with extension © Coniaured body 


with extension 


> 
" 


"+ 


Drag due to lift, AC, 


O 04 O08 I2 16 20 24 O 04 08 I2 16 20 24 


Lift coefficient squared, ce Lift coefficient squared, oF 
(a) M=1.41. (b) M=2.0]. ` 


Figure 6.- Variation of drag đue to lift with lift coefficient squared 
for the various wing-body configurations. 
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